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STATISTICAL SURVEY OF ICING DATA MEASURED ON SCHEDULED ATRLINE FLIGHTS
OVER THE UNLITED STATES AND CANADA FROM NOVEMBER 1951 TO JUNE 1952

By Porter J. Perkins

SUMMARY

A statistiecal survey and a preliminery analysis are made of icing
data collected from scheduled flights over the United States and Canads
from November 1951 to June 1952 by airline aircraft equipped with NACA
pressure-type lcing-rate meters. This interim report presents information
obtained from & continuing program sponsored by the NACA with the cooper-
ation of the airlines.

An analysis of over 600 icing encounters logged by three sirlines
operating in the United States, one operating in Canads and one operat-
ing up the coast to Alasks,is presented. The icing conditions en-
countered provided relative frequencies of many icing-cloud variables,
such as horizontal extent, verticael thickness, temperatures, icing
rate, liquid-water content, and total ice accumulation.

Liquld-water contents were higher than data from earlier research
flights in layer-type clouds but slightly lower than previous data from
cumulus clouds. Broken-cloud conditions, indiceted by intermittent icing,
accounted for nearly one-half of all the icing encounters. About 90 per-
cent of the encounters did not exceed a distence of 120 miles, and con-
tinuous icing did not exceed 50'miles for 90 percent of the unbroken
conditions. Icing cloud thicknesses measured during climbs and descents
were less than 4500 feet for 90 percent of the vertical cloud traverses.

INTRODUCTION
Meteorological deta obtained from NACA icing research flights in

supercooled clouds have provided information for the design of present
ice-protection systems (ref. 1). These data were received from a rela-
tively small nunmber of flights within the United States. As a result of
specialized flight plaenning involving selected weather conditioms, flight
paths, and crulsing altitudes, the information provided may not have been
‘representative of conditions encountered by aircraft on routine schedules
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following conventional flight procedures. :Additipnal knowledge of the
icing problem including the extent, frequency, ana sé@erity of icing con-
ditions experienced by scheduled airlines over world-wide air routes is
required by aircraft designers and by alrcraft operators in prescribing S -
flight control procedures. l == W

A program to obtaln these more extensive icing—cloud data is being
conducted by the NACA Lewis laboratory in cooperat iom_with several major
airlines and the United States Air Force. Several types of aircraft are = . _n
equipped with NACA pressure-type icing-rate meters specifically developed_ o
for measuring lcilng encountered during scheduled operatlons A prelimi- "
nary report has been issued (ref. 2) which described the initial phase of
this program over only one transcontinental sir route in the United States
from January through May, 1851. The program later was expanded to cover =
many domestic and overseas eir routes and off- airﬁay areas.

This interim report presents & preliminary analy81s of data collected
by three airlines (United, Eastern, and Northeast) operating in the United
States from November 1951 to June 1952. Data for jthe same period have
also been included from Trans-Canada Air Lines operating across southern
Canada and from Pan American World Alrways flying thetPacific Coast route __ .
to Alaeskas. A limited number of aircraft from each airline were eguipped .
with the iclng-rate meters which recorded continucus Yalues of altitude, '

airspeed, and icing rate during leing conditions. lMuéh_of the data was .::;- %
limited to film records only. The cooperation of the airlines in ob~ " - .
taining these data is gratefully acknowledg&d. b ) = ;_;:;_'-E

A detailed study of the frequency of icing conditlons with respect
to total time over the various routes was not possible because the “total j
flight times of the instrumented aircraft were unknown An inspection -
of flight logs will be made later to find the flight time on airways and . -
at various altitudes. o= T

APPARATUS AND PROCEDURE . - ' TE -
Icing-Rate Meter : =

The icing-rate meter installed on the airline’ aircraft was a pressure-
actuating type developed by the NACA Iewis laboratory ‘specifically for
collecting statistical icing data. The meter (described in ref. 3) con-
sists of three units, the ice-sensing probe, the film recorder, and the _
control unit (fig. 1). ﬁ =z . A

The principle of operation of the meter 1s explained in figure 2,
which shows an ice-sensing probe of 0.l-inch diameter containing small =
total-pressure holes mounted In the alrsgtream and tonnsoted to a differ-
- ential pressure switch. The total pressure from the probe is balanced o e
agalnst an ice-free total-pressure system (the conventional pitot pressure v
system in the aircraft). When the holes in the ice Bensing probe start to

plug as ice builds up on the probe, the pressure in thé probe side of the = _



CA~l1 back

LT0%

NACA RM ES55F28s, 3

pressure switch decreases. This is accomplished by allowing the alr in
the system to flow out through s small oriflce connected to a static-
pressure source. AL a given value of differential pressure, the switch
energizes an electric heater which de-ices the lce-plugged holes, thereby
restoring the pressure balance. The time required to actuaste the switch,
or the heat-off period of this cyelic process, is inversely related to
the rate of ilce accumulstion on the probe and is used as a measure of the
leing rate. The celibration of the ice-sensing probe for rate of ice
accretion in inches per hour is discussed in the appendix.

Recording of Data

Icing rete, indicated airspeed, and pressure altitude were recorded
on photographic film contained in a replaceable drum. The fllm recorder
started automatically at the beginning of each lcing condition and shub
off automatically 15 minutes sfter the end of icing for each encounter.
The 15-minute record after icing had terminated provided spproximately a
minimum of 50-miles separation between icing periods when icing clouds
were encountered more than once during the same f£flight.

A special data sheet requesting supplemental information from the
£light crews was supplied by the NACA to correlate with the recorded dsta.
The date sheet (shown in fig. 3) includes such items as time, date, loca-
tlon, and effects on aircraft performance.

A typical f£ilm record of lcing encountered during a routine airline
flight is shown in figure 4. Ailrspeed and altitude are recorded as con-
tinuous traces, and the icing-rate indicatlons are shown as broken hori-
zontal lines at the bottom of the £ilm varying in length according to the
duration of the heat-off period. The length of each broken line is con-
verted to time and then to icing rate by using the icing-research-tunnel
calibration discussed in the appendix. Correlatlion of the film data with
the flight crew observatlions when available provided detalled Information
for each icing encounter.

Installation on Aircraft

The iclng-rate meters were installed on five different types of air-
craft (DC-3, DC-4, Convailr 240, Constellation, and North Star). A typical
installation of the ice-sensing probe mounted on & DC-4 is shown in fig-
ure 5. The installations were ususlly on or near the top of the fuselage
and as far forward as possible. Flight tests on each type aircraft were
made to determine whether the air-flow charsascteristics and total pressure
at the probe locations were the same as those measured by the conventional
pitot tube.
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The f£ilm recorder was mounted in the aircraft at a convenient loca~
tion for replacing the £ilm drums. The airspeed ?nd_altitude capsules
in the recorder were connected to the conventional total- and static-
pressure systems in the aircraft. The indicating lights on the control
unit, or in some cases on a separate panel in the coékplt, alerted the
flight crew to record the information on the suppiemental data sheet when
the film recorder operated in an icing condition. [ An"indication of the
rate of icing on the lce-sensing probe was supplied to the crew by a
flashing light paralleled with the cyclic de- iClng system of the probe.

ANALYSIS OF DATA o

An icing encounter was defined as a period of continuous or inter-
mittent icing where perilods of nonicing did not exceed 15 minutes. Peri-
ods within an icing encounter during which ice accumulation was contin-
uwous, as indicated by at least one operating cycle of the meter during
a l-minute period, are defined in thils analysis as icing incidents.
Separating periods of continuous icing from periods of nonicing gave &
limited estimate of the discontinuous nature of the icing clouds.

Individual lcing encounters were separated on the £ilm by simul-
taneous breeks in all the continucus traces. Each encounter was then

associated with the corresponding entries on the data sheet. The encoun-:_

ter was marked off on the film in l-minute intervals, and the icing-rate,
‘altitude, and airspeed traces were each averaged and computed as one value
for each l-minute period. The pressure altitude weas measured to an .
accuracy of +100 feet using NACA standard atmosphe&e “ Since the indicated
airspeed fluctusted considerably, partlcularly in areas of turbulence,

the aversge values were calculated within about +3| miTes per hour.

The simultaneous measurements of altitude andlrate of icing on the
f£1lm made possible an analysis of the vertical extént or thickness of
icing-cloud layers encountered during climbing and descending. These
cloud-thickness measurements may not in some cases|be fully correct be-
cause of the imposalbllity of determining from thelrecords whether the
alrcraft traversed the full extent of the layer. %he alrcraft may have

entered or emerged from the cloud at some polnt between the top and'bottom

Also, errors may be caused in some cases by long horizontal distances
resulting from slow rates of climb or descent. Also, in many cases the
vertical extent of multiple layers may not have beén completely sur-
veyed because cruising altitudes are often assigned between cloud

layers. =

The measurements of lcing rate and airspeed were iised to calculate.
values of liquid-water content of the icing clouds ! In this report
liquid-water content w 1n grams per cublc meter ﬁas computed from the
relation =

)
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w = 15.8 (R/V)(p/E)
where
R icing rate, in./hr
V  true asirspeed, mph
p densglty of dce
E collection efficiency of sensing probe

Both the density of ice p on the probe and the droplet collection effi-
ciency E of the probe were assumed constant with p/E as unity for all
conditions. Some simultaneous measurements of liquid-water content using
the icing-rate meter and rotating multicylinders have been made during
lcing research flights. This limited comparison showed that the meter
measurements are generally higher then those from the cylinders, partlcu-
larly in conditlons where liguld-water content fluctuated considerably
and produced high peak values. The two methods agreed within 10 percent
In icing conditions that produced a steady rate of lcing with water con-
tents under 0.5 g/cu m. Collection efficiency variations resulting from
changes in droplet size and limited accuracy of the lcing-rate measure-
ments probably contribute to the limited agreement of the two measuring
methods.

Droplet-size data were not obtalned in this program because of
megsurement difficulties, thereby preventing a complete evalustion of the
severity of the icing encounters. The probable severity of the icing
conditions can be estimated, however, by relating the extent of the iecing
encounters, the liquid-water content, and the temperature data which are
measured in this survey to previous lcing measurements which included
droplet sizes. The frequency distribution of droplet sizes have been
obtained by instrumented research f£lights by the NACA and other agenciles
and are reported 1n reference 4.

RESULTS AND DISCUSSION

The approximately 600 icing encounters analyzed 1n this report were
logged during the period from November 1851 through June 1852. These
encounters gave almost 10 times the amount of data reported in the pre-
liminary survey of reference 2 because of the greater smount of £lying
time accumulated during the letter period. The data are assembled and
summarized in tebles I and II. Table I contains all icing-rate meter
measurements which could be assoclated with the corresponding flight crew
observations. Table IT contains all icing-rate meter measurements which
could not be associated with flight crew observetions either because of
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questionable correlation of the individual icing encBunters or the ab-

sence of any flight observations when the meters iweré operating. Flight

crew observations which could not be correlated %ith _any icing-rate meter
records were included 1n analyses of the frequency of occurrence of icing
with respect to altitudes and icing-cloud temperatures

Because of the manner in which the data Were coIlected the 1cing
date presented herein should not be used to evaluate the full range of
meteorological variables that may be associated Gith icing clouds. The
airline aircraft collecting the data followed conventional flight pro-
cedures established to reduce the potential hazard of icing encounters.
Known ileing conditions were probably savoided whenever possible. If fcing
was encountered which was considered hazardous on in"eny way hampered the
conduct of the flight, airway clearances were Obtained, if possible, to
climb or descend out of the icing condition. As a résult, such conditions
would not be fully surveyed since the maximum horizontal extent would not
be known and possibly the maximum severity would ‘hot be encountered In
some cases, however, severe conditions cannot be avoided because of trafs-
fic restrictions or altitude limitations. The ockurfence of such circum~
stances is undoubtedly very infrequent; thereforeL the full extent and
severity that may exist in icing conditions will probably not be measured
during scheduled airline operations until a large amdlint of data is as-
sembled. The amount of information presented herein is probably suffi-
clent to give representative icing values for airline operation over many
of the areas covered. :

The number and types of instrumented aircraft with the corresponding
nunber of lcing encounters over the various sair routes are listed in the
followlng table. Although five types of airline aircraft were instru-
mented, most of the meters were installed on type? which limited a pre-
dominant part of the data to relatively low altitudes.

Alrline |Number of Type of .| Routeés covered |Number of
ailrcraft with alrcraft = .|icing
meters installied = encounters

United 6 DC-4¢  |Transcontinental 319
and Pacific
Coast U.S.
Rastern 1 Constellation Eastenn UfS. 83
: 749 =
Northeast 2 DC-3 and |[Northeast =IJ 58
Convair 240 7 =
Traens-Canada 1 North Star Transcontinental 79
(DC-4) (Southern
Canada)
Pan American 1 DC-4 .Pacifrc Coast 83
between U.S. and
Alaske T
Totals 11 5 types 6}aré%s 622
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Alr routes covered by survey. - All the lcing data were collected
along the air routes flown by the five airlines as outlined iIn figure 6.
The ‘United States was covered by a transcontinental air route from New
York to San Franclsco, by East Coast routes from Miami to northern Maine,
and by a West Coast route from Los Angeles to Seattle. A limited emount
of deta was obtalned from a transcontinentael route across southern Canads
end from a Pecific Coast route to Alaska from Seattle. The air route
acrosg the United States, which was also surveyed the previous seagon
(ref. 2), supplied data from the Great Lakes area and over the Central
Rocky Mountalns. '

The frequency of occurrence of lcing with respect to particular
areas or routes could not be determined at the time of this analysis be-
cause the amount of totel flying time with meter-equipped aircraft over
any perticular ares or route, for the period of the survey, was not known.
Since the instrumented aircraft were not generally confined to any one
route, the datas received from g particular aireraft did not represent the
frequency of icing for a glven route. :

Horizontal Extent of Icing Clouds

Prolonged periods in icing conditlions even at low rates of accumula-
tion can produce adverse effects on aircraft performance. Certain un-
protected aircraft components which can tolerate small accumilations of
ice are hampered by large accretlions resulting from extensive icing peri-

‘ods. Hence, the horizontal extent of an icing encounter is of particular

slignificance in evaluating icing conditions. The extent of icing during
airline operations 1s usually measured during straight-line flight, &l-

though some encounters may be prolonged because of holding or following

some other traffic-control procedure within an icing area. The distance
between scheduled stops influences the extent of icing measured by some

airlines, particularly those with short routes.

A study of the film records showed that almost one-half the pro-
longed icing encounters contain intermittent periods during which ice
does not form indicating broken icing-cloud formations. Conditions of
continuous ice accretlion over appreciable distances were rather infre-
quent and usually were assoclated with severe icing conditions. In cases
of prolonged nonicing periods, more than one icing encounter was logged
during the flight since, as discussed previously, the meter stopped after
a period of nonicing exceeding 15 minutes.

The horizontal extent of iclng encounters is tgbulated in tebles T
and IT. A cumulative frequency curve plotted from these values (fig. 7)
shows that gbout 10 percent of the encounters extended 120 miles or more
and that the greatest distance in an icing encounter was 430 miles. Over
400 separate encounters from all the air routes surveyed during the season
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are included in this plot. The data include the éncounters recorded dur-l
ing climb and descent as well as at cruising altifudes and, therefore,
define the extent of icing encounters as experien ed during routine alr- -

line operating procedures. L = T

The number of lcing incidents (periods of continuous ice accretion)

within any encounter is tabulated 1n tebles I and!ITI.” Over one-half the :

encounters were single icing incidents (continuous during entire encoun-
ter). Only a very small percentage of the encounters contained four.or
more icing incidents as shown on the graph in figure B The maximum num-
route to Alaska where 10 incidents were recorded over a distance of 147
miles in one case and over a distance of 213 miles.in another. - .

The longest lcing incident within each encounter is also tabulated
in tables I and II. The maximum extent of continuous icing measured was
124 mlles, whereas 90 percent of the longest inciqents within each encoun-
ter were less than 50 miles. These data are plotted as & cumulative
frequency curve in figure 9. , |

The exlstence of nonicing periods within an e€ncolinter shows that
continuous lcing protection mey not be needed during an entire encounter.

In many cases, the extent of icing in discontinuous clouds is less than
one-half the total extent of the emcounter.— The lengths of each 1ndivid-
ual icing ineldent within each encounter were added together and tabulated
as total horizontal distance in icing for each encounter (tables I and II).
These data, plotted as a cumulative frequency curve in figure 10, show
that 90 percent of the combined icing incidents extended less than 70 ~
miles whereas 90 percent of the full encounters (including nonicing peri-
ods) extended less than 120 miles (fig. 7). '

Vertical Extent of Icifig Clouds ~

About 40 percent of the encounters were recorded during either climb
or descent, thus providing a substantial quantity of data for evaluation
of the thickness of icing cloud layers. Po®sible prrérs in the inter-
pretation of these data were discussed in the ANALAYSIS OF DATA section.
Depending on the operation of the meter, the data wer& grouped for single
or multiple cloud layers. A multiple-layer cloud system was interpreted
from the. film record when e period of nonicing existed for &t least 1
minute while the alrcraft was changing altitude. [This method does not
establish the actusl existence of multiple layers but rather separates
intermittent conditions from continuous periods of ice accretion during

climb or descent. : . . =

The vertical extent of ilcing clouds obtained from these data 1s .
plotted in figure 11. The. maximum multiple-cloud thickness meagsured was
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10,800 feet compared with only 4000 feet measured during the early part
of the statistical program (ref. 2). The 10,800-foot descent (12,800 to
2000 feet over the East Coast U, S.) appeared to be composed of three
layers of lcing clouds In which lcing was measured during 44 percent of
the descent, The maximum thickness of single layers measured 5500 feet.
The cloud thicknesses for all single and multiple layers flown through
did not exceed 4500 feet for 90 percent of the climbs and descents., It
is of interest to note that about two-thirds of the data providing cloud
thickness measurements were obtalned during descent and only about one-
third during climb., This Indlcates that, operaticmally, lcing can be
more readlly svolded during climb, probably because preflight briefing
permits a cholce of flight path which would in meny cases avold flight
through a cloud layer.

Altitude Range of Survey

The ailrline aircraft collecting the icing data operated over a range
of altitude, determined by the type of aircraft, the distance between
stops, and the type of terrain over which the flights were conducted.

The emount of £light time at various altitudes could not be cobtained for
the present data and, therefore, the frequency of occurrence of icing
with respect to altitude could not be determined. Icing was encountered
at altitudes ranging from 1500 to 22,000 feet, whereas the most frequent
cruising altitude was 10,000 feet. Because of the small emount of time
at higher altitudes, only 5 percent of the lcing was encountered at alti-
tudes over 15,000 feet. United Alr Lines' £lights across the United
States and along the West Coast encountered icing predominantly between
5000 and 8000 feet and also between 11,000 and 14,000 feet. Most of
Eastern Alr Lines' icing date were obtained gbove 12,000 feet, whereas
Northeast Airlines! icing encounters were. all obtalned below 8000 feet.
The Pacific Coast route to Alaska provided lcing data at altitudes be-
tween 8000 and 13,000 feet.

Temperature of Icing Clouds

The temperature of icing clouds is a prime factor in establishing
the amount of heat required for ice prevention or removal in thermal
protection systems. The temperature data from this survey are included
to add to the published research informstion (ref. 1) on temperatures of
icing clouds. In evaluating the data it should be realized that the
conventional aircraft temperature indicator from which the present date
were obtained has limlted accuracy, particularly in lcing clouds. The
accuracy of the temperasture observation was indicated by the fact that
when the Prequency of the tempersture values was tsbulated in 1° C in-
crements the readings peaked at values of O°, —50, —lOo, and -15° C. The
scale. of the temperature indicator on most aircraft can he read conven-
iently only to the nearest 5° C increment, and the values between are
epproximations.
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In calculating the true cloud temperatures from the indicated values,
a correction for the kinetic temperature rise in 'satirsted air as a func-
tion of alrspeed and altitude was applied.. A recovefy factor of 85 per-f
cent for the probe was used based on a flight calibration in dry air of
an airline temperature instellation. A cumulativie frequency curve of
the corrected data (table I and other flight crew, obfervations) plotted
in figure 12 shows that 90 percent of the temperature observations were = .
gbove -15° C (+5° F) and that the lowest temperatiire measured in icing
clouds was -27° C (-17° F), which is about equivalent to the lowest tem-
perature previously reported (ref. 1). Figure 12| includes 380 tempera-
ture observations from all the air routes. Temperatures obtained across
southern Canade and from the Pacific Coast route to Alaska were generally
lower than those from the more southern latitudes!within the same alti-

tude range. b= el I
Icing cloud tempersatures as a function of pressure altitude are

shown in flgure 13. In this plot, the average temperatures were computed

for each 1000-foot increment of altitude. The wide spread of tempera-

tures for the altitude range covered by the present data is outlined by

the shaded area on the figure. For data obtained|dufing climbing and

descending, the temperature readings were assumed|to be taken st the . .. .

altitude where lcing was first encountered. A rather consistent drop in

the average temperatures with increasing altitude!is moted, although there

was considerable scatter because of the few observations availseble at-

altitudes greater than 15,000 feet. Temperatures from previous research .

data (ref. 1) also plotted in figure 13 show rather good agreement with

the present data below 12,000 feet, but are over 6° C lower at altitudes

greater than 12,000 feet. The large differences, |particularly at higher =

altitudes, may be attributed to climatic conditions. Most of the data at;

altitudes sbove 12,000 feet were obtalned from southeastern United States,

whereas a large part below 8000 feet were obtained from northeastern

United States. Most of the temperatures from the middle altitudes were

measured over the central route across the United States.

Icing-Rate Measurements | I o TEE e

The intensity of the icing encounters is defined in this report as
the rate of ice accumulation on the icing-rate meter probe. The icing
rate was also used to calculate the approximate liquid-water content of
the icing clouds. Not all the icing-rate values indicated by the meters
can be considered reliable, however, because inco@plete freezing or run-
off effects were experienced by the probe at cloud temperatures sbove .
-11° ¢. Unfortunately, about 60 percent of the lcing-rate data were with-
out corresponding tempersture observations and therefore could not be

evaluated as being within or outside the relisble lrange of operation of =~
. —y— CIoao _
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The icing-rate date with assoclated temperature observations were
used to determine the intensity of the encounters. The range of icing
rates considered reliable is shown in figure 14 as & function of cloud
temperature (discussed in the appendix). This curve shows, for example,
that at -6° C (21° F) icing rates up to 5 inches per hour are within the
calibration accuracy, but beyond this rate run-off occurs and the data
become unrelisble. To determine the frequency of occurrence of reliable
icing rates as well as those beyond the range of the meter, the data were
plotted on a cumulative frequency basls with respect to total time in
icing conditions. As explained in the section ANALYSIS OF DATA, the
averasge lcing rate was computed for each l-minute period. This gave
approximately 1400 minutes of icing-rate measurements with known cloud
temperatures. Figure 15 is a plot of these data grouped according to
temperature intervals and considered on a cumulative basis using lcing
rates equal to or exceeding 1 inch per hour. The temperature grouping
allows extrapolations of the icing-rate data beyond the reliable limits.
The extrapolations are based on the slope of the curve for the low tem-
peratures which is well defined within the relisble limits. These data
can be represented by a straight line on semilog paper. The solid lines
extend to the limits of relieble measurements, whereas the dashed lines
are extrapolations beyond these limits. Figure 15 indicates that the
frequency of given icing rates increases with temperature. This greater
frequency results from the greater amount of flying time In lcing at the
higher temperstures (80 percent of the encounters were sbove -11° C, fig.
12) . The fact that all the lines have the same slope would indicate that
there is no dependence of icing rate on cloud temperatures; this may not
be quite true for 8ll lcing conditions.

Liquid-Water-Content Calculations

Average values of liguid-water content for each l-minute increment
of icing were computed from the corresponding icing-rate values. The
results were considered relisble or unrellsble as estsblished by the
icing-rate data and are plotted in figure 16 for the same temperature
intervals as used for lecing rates. The solid lines are within the reli-
eble range and the dashed lines represent extrapolations beyond the run-
off limits. The greater frequency of higher water contents associated
with high temperatures is also evident in this figure. In the temperature
interval from -2° to -4° C, about 10 percent of all the data exceeded 0.5
gram per cubic meter; less than 6 percent of all the data exceeded thils
value at temperatures below -10° C. An extrapolation of the data in the
temperature interval from -2© to -4° C shows that 1.0 gram per cubic meter
or greater exists for only 2 minutes of every 100 minutes in icing.

A frequency distribution of liquid-water content for all tempera-
tures can be obtained by totaling the reliable and extrapolated frequen-
cies of figure 16. The data in the temperature intervals of figure 16
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are combined into the solid line shown in. figure 17 : Only liquid-water _
contents grester than 0.l gram per cubic meter wére considered. This = %
figure shows, for example, that the liquid-waterlcontent is greater than
1.0 gram per cubiec meter for 7 minutes out of every 100 minutes in icing’
conditions. The total data obtained from the meters including those in
the unrelisble range are also plotted on this figure These date indi-
cate that the meters gave somewhat higher values[in the unrelisble range;
at liquid-water contents up to'about 0.9 gram per cubic meter and then
dropped off rapldly as the intercepted water ran off “the ice-gensing
Probe. This comparison Indicates that all the measurements (reliable and
unrelisble) treated as a group are within +15 percent of the probable
velues up to 1.0 gram per cubic meter, = b : o - N
The water contents measured during airline ¢per&tion were slightly
lower then previously published data from rotating milticylinders taken
in cumulus clouds but are considerably higher then similar measuremerts
taken in layer-type clouds (refs. 5 to 8). These comparisons are also
plotted on figure 17. Whereas 1 percent of the liquid-water contents of
the pregent data probably exceeded 1.6 grediis per icubic meter, the same
amount from the earlier data exceeded only 0.7 gram per cubic meter in
layer-type clouds. A distinction between cloud typeg was not possible
from the airline observations, although it would /be TFeagonable to assumne
that most of the records came from layer-type clouds, considering oper-
ational procedures, time of the year, and the areas over which the data
were taken. The duration of the encounters would further indicate & pre- N
dominance of data from layer-type clouds. The difference of measuring L
methods used to obtain these data and those previously publisghed may be
responsible for the differences in the data results._ The icing-rate meter '
date are continuous for an entlire icing condition and give an average
for l-minute intervals, whereas the multicylinder method only sampled the
clouds at certain times and gave an average value over intervals of from
3 to 5 minutes. Also, as pointed out in the previous section ANALYSIS =
OF DATA the meter indicated higher liguid-water contents than those si-

multaneously measured with multicylinders in nonﬁniform ieing clowds.

‘ |'-‘”II ]

The relation of average liquid-water content to the horizontal extent
of ilcing clouds in an. encounter (neglecting nonicing periods) was studied
using all the deta regardless of the reliability .of the measurements.

For average liquld-water contents up to 0.7 gram[per cublc meter, no par-
ticular variation with the extent of icing clouds was evident within .
dlstences of about 80 miles. At distances greater than 80 miles, however,
average liquid-water content decreased with increasing extent and only

0.3 gram per cubic meter or less existed in distancesd exceeding 160 milei N
The greatest extent of icing clouds measuring above G 7 gram per cubic 7
meter was 90 miles, and 90 percent of these higher liquid water contents
were in icing c¢louds extending less than 50 miles.  ~
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The icing-rate records indicated considerable variastion of liquid-
water content accompanying many of the intermittent icing conditions.
Average values of icing rate for complete encounters, excluding periods
of nonicing which exceeded 1 minute, are tgbulated in tables I and II.
The average liquid-water content was determined for the longest contin-
uous incident selected from the intermittent conditions in each encoun-
ter. These values, also tebulated in tebles I and II, are in some cases
about 0.2 gram per cublc meter higher than the aversge for the entire
encounter.

Total Ice Accumulstion

Liquid-water content and extent of the icing clodds determines the
total thickness of ice collected on aircraft components excludi
collection-efficiency effects. The total ice thicknegs is defined as the
thickness calculated to accumulate on the sensing probe if it was not
de-iced periodically. This can be considered as the largest thickness
that any component collects because of the high collection efficiency of
the probe. This vaelue is considered to pertially measure the severity
of an icing conditjon and is used as a basis for comparison of the
statistical data. ! .

An ice thickness that would hypothetically collect on the sensing
probe was obtalned by totaling the l-minute periods of icing rate
(in./min) measured by the probe during each encounter: The ice thickness
was computed for each encounter and is tabulated in tables'I and II. A
cunmulative frequency curve of these values using all the data collected
from the meters is plotted in figure 18. “This plot shows that about 93
percent of the data are from icing encounters where 2 inches or less of
ice would have accumulated on the probe. Conditions yielding up to this
amount of ice were called “trace to light icing" by the flight crews,
depending upon the cloud temperature and the type of alrcrsft. Cloud
temperature can influence the type of ice formastion with equivalent total
accretions, creating more adverse conditions (mushroom-type ice) at higher
temperatures. Hypothetical ice accumuletions greater than 2 inches (7
percent of the encounters) were generally called "moderate icing" by the
flight crews. Moderate icing caused losses of ailrspeed up to 25 miles
per hour or required an increase in engine power. The maximum accretion
calculated was 6 inches of ice, which was collected over a distance of
151 miles in one case and 158 miles in @nother case.

A close agreement 1s shown 1n figure 18 between the limited quantity
of preliminary data obtained during 1950 and 1951 (ref. 2) and the more
extensive data collected during 1951 and 1952. The information of this
report is almost 10 times the volume of the earlier data. The similarity
of data from the two seasons msy be explalned by the fact that 55 percent
of the data of this report were obtalned from similar transcontinental
DC-4 operations from which all the previous data were obtained.
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SUMMARY OF RESULTS | £ - e L

This report summarizes the statistical icing data collected from - ,
scheduled sirline flights over United States and anéaian air routés Trom
November 1951 to June 1952. The following significant information was
provided: : ! = Coe =

(1) Almost one-half of over 600 seperate icing encounters logged by i

the airline ailrcraft were intermittent icing conditions where geversal
nonicing periods during an encounter indicated broken-cloud conditions.

(2) About 10 percent -of the encounters: excee&ed 120 miles in hori-
zontal extent, with one encounter reaching a distance of 430 miles. Dis-
tances in which icing was continuous, however, did not exceed 124 miles,
and 90 percent of these unbroken conditions extended less than 50 miles.
These measgurements were influenced by the distance between scheduled stops
and by other flight procedures which varied among|the airlines collecting
data.

climbs and descents gave maximum cloud thicknesses of 10,800 feet for
multiple layers and 5500 feet for single layers. About 90 percent of all

the vertical cloud traverses were less than 4500 feet. S c__;._

(4) Almost 90 percent of the temperatutes observ'a in icing were
gbove -15° C (+5° F), and the lowest temperature o‘served was -27° C

( 1-70 F) l - . - :"_ ':Tk—

(5) Liquid-water contents computed from_icing-rate measurements
exceeded 1.0 gram per cublc meter for 7 minutes out of f every 100 ninutes
in icing conditions. The total frequency distribution of water contents
at all tempergtures was obtained by extrapolation bf £ke data into the
unreliable range of the lging-rate meter. These dhta_are lower than

previously published information obtalned in_cumulus &louds but consider-

ably higher than earlier date taken in layer-type clougs. For horizontal:
distances exceeding 160 miles, liquid-water contents averaged 0. 3 gram
per cublc meter or less. _ -

(6) Total ice accumulation, defined as the thickness of the ice cal-

culated to collect on the ice-sensing probe 1f continuous icing was per-

mitted, was computed to be 2 inches or less for 93|perTent of the encoun-.f

ters. The maximum accumulation was 6 inches of 1ce cédlculated for two
encounters extending about 150 miles. B = . S

Lewls Flight Propulsion Laboratory
National Advisory Committee for Aeronautics
Cleveland, Ohio, July 6, 1955
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APPENDIX - CALIBRATION OF TCE-SENSING PROBE

The rate of icing indicated by the ice-sensing proBe can be ex-
pressed by the relation .
R =G§)x 60

where
R ieing rate, in./hr
T ice thickness, in.

P icing period, or heat-off time, required to accumulaste ice to thick-
ness T, min

The lecing period was determined by the ice thickness required to
plug the total-pressure holes (0.016-in. diam) in the ice-sensing element
(0.1-in, diem) to the point where the differentiasl-pressure switch would
be actusted (differential pressure equal to 8 in. of water). The ice
accretions on the probe were viewed through an optical enlarging system
in the Icing Research Tunnel of NACA ILewils lsboratory. These observa-
tions showed that the required ice thickness (normally about 0.020 in.
on the leading edge) varied with air velocity, air temperature, and rate
of icing on the probe. The possible effects of droplet size and altitude
were not investigated.

A calibration was made using the magnifying system to measure the
ice thickness and a stop watch to measure the icing period. An accuracy
within £10 percent of the indicated icing rate resulted from the limited
accuracy of these measurements gt the higher icing rates. Since the
ilcing periocd increases with decreasing icing rate, better accuracy was
possible at the lower rates. An icing rate of 12 inches per hour (icing
period of about O.1 min) was considered the readsble limit of the in-
strument, and values exceeding this amount are noted in the date tebles
as 12+ inches per hour.

Further studies were made in the Icing Research Tunnel to determine
the effect of the heat of fusion on the ice accumulating on the probe.
Some of the supercooled water impinging on the probe could be seen run-
ning back and falling to freeze to the ice surface when the surface
temperature was apperently elevated to near the freezing point by the
heat released as the impinging water froze on the surface. The condi-
tions for incomplete freezing (run-off) depend upon the ambient air
temperature, rate of impingement, air velocity, and altitude. The limits
of air temperature and icing rate beyornd which run-off occurred were
determined visually and are shown in figure 14. Although the ice-
sensing probe contlinues to operate above these limits, the indications
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ere errstic end camnot be considered relisbie. Sinc& air velocity and
altitude had little effect over the range covered, thé run-off limit is & “*

shown in figure 14 as a functlon of only icing rate and air temperature. . __

In the range of conditions in which run-off occurs, fhe data obtained .
are useful in defining the horizontal and vertical extent of icing clouds,

the frequency of occurrence of lcing, and an approximation of the icing
severity. : : : -
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TADLE I. - MEASUREMENTS AND CORRELATED OBSERVATIONS OF ICING CONDITICNS ENCCUNTERED DUAING ROUTINE ATRLINE OPERATIONS FROM

NOVEMBER 1951 THROUGH JUNE 1952
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TABRLE I, - Continued, WEASUREMENTI AND CORRELATED OBSERVATIONRS OF ICDHO CONDITIONZ ENCOUNTERED DOURING ROUTIME ATRLINE OPERATIONS FROM NOVEMBER 1951 TRROUGH JUME 1862
(b} Enat Coast (T. 3.) routes

Fruamrs Bord- Total g algn- [Aver~ | Oop- Dats 3 Looption of ancoumter Flight obearvationa and ocmmsnts
altitudge,® |montaljof borie |ising |1iquid-] loing jnaident lated |age reoted lasal)
1t mxkank|ieing |zonwl|rase vaker | within snaounter total |tros |mir
of sn-[inoi~ |iadng,|for all ine mir- |
aoun- |[dante wL |loinx |for all|Aver-|Aversgs|Hovl- mpeed,| atups,
ser, [ter inei- [fasng |ege |liguid-|xensal] watien,| weh %
o - amts, [inoi- |dcingfwater |ex- 1.
acm- in./hr ®s, |rate, |non- tant,
bar - l.n./ Sant, u
g/oa m
£0,000/18,400| 138 ] a4 8.5 o4 [7.0] 0.4 1 | 20 em | -1 [ 1030 9 of :nhu-. Mizo. No commsats
18,000/11,800( 78 2 61 5.8 S5 | 4.9 .3 £ | 1.1 %3 | -8 |uA 1108 £0 XL W of Morfolk, Va. su-u;lgq:wng 18,500 £% -
alesar
m,mﬁg,m 5 2 15 7.4 .5 |w0.0 .7 8 5 228 | -— |1 1426 Yionity of Lakelsst, W. J. Olimb through cload deck
7,80 17 1 17 .4 & | 5.4 .8 17 .8 280 -2 1880 var, Ind, |Ko ocmmeats *
TG, 500 is b is 5.2 -5 W0 .5 s .7 54 ~37 1703 Siwoan GLOVOLRGN, A0 and WS smmEnbE
18,700 ® 1 [] 2.3 a0 | e 1 % A o5 -9 axee ¥e
14,400 a7 8 | 154 =5 | .2 [ a3 2 5 | 1.3 27 -2 1300 D. €.
12,800 1 1 [] 4.7 2| 4T .4 [] .2 s -2 11 Ohisago, Il1. Bo sommanks
,-nu/.'-.im F~ 1 a,8 ok BB ok R i1 a . o commanis
4,400,/5,100 [] 1 [ 8.7 K| BT .£ [ " FTCR Ho. tn Louisvills, Ky.|Ne commenta
.m{n&m 1 1 [ T B¢ 104 N 1 [T -1 ¥o cormenus
8 = 2 u 5,7 .5 | 8,8 5 10 e85 ) Fa, No scamants
4.,906&000 54 e | o | 87 2 |30 e | o 2 ] sbingeen, D, 0. No aomments
14 900 25 1 a8 8.4 .4 [ N.] s ”n 298 -7 0. to Wew Yok N, Y. Lisht precinpltation
14,800/10,100| 430 8 | &35 1.8 [ I 1 |10 300 -1 134 . to New Yok, Light Ioe on windahleld am wings
8,100,'3,800 | 151 « | 108 a.0 A | 9.8 N 78 | R.® s -2 |13/18/51[1400 TNt Rewaric, N. J. to Washington, Beavy loing
15,500 2 L | 124 2.6 A | 2.8 d |1 | L0 m -5 9000 X% |Mour Newmry, N. I. Light loing
15,700 10 1 10 7.8 | 7.8 n 10 3 28 | -10 |3 1718 0¥F[35 M K of Birminghem, Ala. No acaments
15,500 [ 2 £ 4.8 3| s £ 20 s 283 -2 1/ £0RS (87 Ho
5,000/!,!)0 ] 1 ? 8.6 M- 8,5 .8 ] '8 il -1 [Over Lonjarille, Ky, Ro ocmsante
5,000/3,800 | 3 1 a | 58 o |88 4|8 | w2 |88 | 5 |1/8/e -esse’caridesr Lonlaville, Ky. Ho ocerents
5, n 1 h | 7.4 & T4 o 1 5 180 -2 1/, 1650 E3T(Franklin, Hass. to Bostoa, Maas. |anow
f FE ) 18 .8 3 .0 ol 15 L -5 1130 EST{10 KL 3 af Charlotts, W. C, o ccmments
11,390 8 1 8 6.8 .4 | a.e .a [} 3 | ms -3 /9/3% (004E X7 Lakehmwt, : J. ta Atlantls oo soow
[
14,500 12 1 12 1.4 Jd | 1.8 I3 12 .2 B4 -7 |vama [eore xax|mocky Momt, ¥, c. No oomssnts
18,100 a8 1 on 4.0 3| e 3 E " 1] -t |18/ [l4ee wan) Oran , . 0. to Elaa} ;| Mo
20,200 a2 4 [ 4,0 +3 1,0 W1 ] I 54 -0 m 2150 087|Lauisville, Ky. to Atlanta, Oa, |OConssant ising and wurbulenao
20,300 ] 1 [ 0.5 N .5 ] .3 =0 | %0 3 2153 083T|Lounisville, Er. %o Atlanta, Ok, |Oomatant ioinx and turbulenes
11,800 m 4 [ 1.7 A LT W1 a0 ol 280 -8 [gnn/me |1148 e Over Lusberton, W, €. Fain and slight slushy los
14,800 120 [ a0 .2 1] 4.1 1 &0 ] 300 =5 216 60 | 2000 RAY M;l-?d. Yo, %0 Rosky Mamk, Moderase 30 hsavy iping
12,900 38 [] » 2.2 S - 2 23 5 ere | 12 |2/18/m2 o230 X=Y|150 M1 off comat Ja 111e ¥o
17,700/9,100 | 29l 7 ™ 5.1 .2 2.4 <3 28 ] 277 -18 2/18/53 (1320 X=T lhnul‘tm;i . n. Ho commsata
11,400/12,800( 227 & | 1m0 2.8 A4 {57 N a7 | 1.E 280 -1 [yR7/m2 (2125 e n:m to ¥o scameuts
ll.lninltm, D, Q.
. 13,400 -] # | =0 4.5 2 i1 '3 e7 | 5.2 08 - |iyse/mm |00s0 onF|Betwe nmmi_:gu-. Ala, and Ho commsats
Jaoimon 8.
12,800/%,000 | 57 H 5 3.7 B | 21 .2 15 .1 190 | -10 |1/38/52 |1348 BwY u.;m?gbui. D. G. to Bewsrk, Teing from 19,000 It down to
15,100 20 1 20 N ] .1 .. .1 2 .1 208 | 18 %fﬂ 1730 B5T|20 Kin & of Newnrk, N. J. o ocameats
11,800 1] £ 30 3.1 3 2,9 It 3H o 204 -2 0914 COT|M0 Min K of Houston, Tax. No oomwents
1¢,400 51 1 aa 10.8 .5 .2 8 u 5.4 -1 -+ o uul.nﬂmn, Le, and No oommants
5,900 s 1 s | ea 3 fea| s + ] a3 |em | -— [aee/me |zess xer Claverans. this to Deckelt, Mich,|Thin 1oe on booss, visibis caly on
15,900 167 4 | e 3.8 .2 | B0 3 57 | 1.8 o8 | -12  |@/e4/0 [080% XAT(125 Mi dus B Lakehurst, ¥. J. No commentn
5,800 &7 1 47 1,8 a1 | 1.8 I 47 .3 [=t] =7 | mr==rnen 1040 . KS% | Bebwoss Qleveland, Obds and Bcastered snew
- omem v | s - - - N . . _|_ Tpmilanti, Wich; N =
3,700/3,100 i3 1 in 4.5 3 4.3 <3 ia 3 iss ] 3/1/86R |1BiQ E5T Betwesn Vpellanoil, Aich. snd Beary oymrcant
Muveland, Ghio
n ,T00/11,400] M 1 14 8.1 B | 81 5 14 W5 30 -2 9/50  [o148 oaw|over Louisviide, x{ ¥o commenta
600 17 1 17 7.5 S | 1.8 N 17 5 261 -2 1020 OS%(Ows of Chioage, TL Light rain
:,mu&m 34 2 ee B.5 4 | B " 14 .1 190 -2 155 MaY(Owt of Ladtardia Field, N. ¥. Light rain
L] 1 15 1.8 A ] 1.8 .1 18 .1 [ -2 1018 100 M1 E of N. J. ocaak Mo cmmertts

Mo altibudes wsparabed by / Indisate baginning aml end of ising during elimb sr dewesub.

1

B8ZASCH WY VOVN

61




TABLE I. - Gontinued. WEASUREMERTS ARD CORRELATED OBSXRVATIONS OF ICING CONDITIONS ENCOUNTERED DURING ROUTINE ATRLINE OFERATIONS FROM WOVEMEER 155 THROUGE JUNE 1962
{s) Rortheastarn (U.8.) routes
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of en_|insi- |icing,|for 211 . ice  |air- |vemper-
. ooon- |deats el |loing |for all|Aver- [Average|Horl- | scoumu-|spesd, a.tgre,
ter, |for inci- [lelng |[age |[liquid-|sontal|laticn,| mph C
ml jen- denits, |inol- |iaing|wkter |ex- in.
ooun- in./hr |dents, |rmbe, [son- tent,
ter &fou m m./ tent,
br (gfoum
5,000{;6900 15 [ 8.0 0.8 | 9.2 | 0.9 5 | 0.4 1, -3 |e/1/5e | @126 2oT|over Buntington, Fo somaenta
s, 1a 18 2.8 1.0 9.8 1.0 18 1.2 154 -3 2/8/52 | 1120 Lebanon, N. H. 110 Horthfield, Tt. Rapid ilce accuwmiletion
8,400/3,000 58 2 5.4 .B 6.2 B 1o .8 176 -9 2/o/6e | 1818 Northfisld, V. to Burlingtoa, ILaght Lleing
. *.
4,300 8 £.6 5.8 .5 [ 2 165 -2 1813 Near Presque Isls, Mains Mo ice visible
5,200/2, 100 26 3.5 5.4 4 28 [ 156 -3 0817 Hondnh"tock Conn. to Worsester, No commente
4,100/5,%00 | 55 2 59 8.8 7.7 T 2o | 1.7 185 -8 0916 Woodstock, Conn. to Nonth Light to wodsrate rough
Scltuate, Mens. tlen
1,800/2,200 | 37 2 18 3.0 5.8 A 8 .3 158 -4 008 Bostu;. Razs, to Portswouth, Light riue on windshield mod boots
¥. 3.
L0000 | B2 [ 2 41 7.0 8.1 .8 24 [ 1.8 185 -5 1587 , Masa. 5o Myannia, Wess.[Light ilcing
/5,800 38 3 p=.:] 4.1 B.& -3 14 W7 175 =6 1800 Fontpslier, ¥i. to Burlington, ¥ory thin loe
2,400 21 1 2 3.8 5.8 4 |z 5 100 -5 2000 E3T|Montresl, Que. to Purlingtom, Vt.|Very tirln lse
2,800/2,30¢ | 11 1 11 1.7 1.7 T 1 .5 110 -3 1842 New Oanaan, Ooryn. to Port Traos of low
: Chester, W. Y.
8,300/, 800 8 1 [ 4.0 4.0 K] 9 .2 185 -9 1845 Moutpeller, -Vt. to &n-l:l.nztm, Zrase of lae
e,
4,500636500 15 1 15 0.3 8.3 T 16 .4 144 -14 2108 g of Barlington, Light rime
' -] 1 3 12+ 124 1.1+ 3 -£ 183 -8 1445 EST|Salmm, Comm. to ?mv!l.dnmc, K. I.|Light rice
1,800 12 1 13 6.1 6.1 T 12 .E e -9 1854 EST|Over Badford, Masa. Trase of lae
2,200,/3, 200 52 2 3 5.8 - 8.0 .B 21 | 1.6 157 ' phas/e ogm ;m*ri'.—'... , Mass, to B s Mosa. rias
3, 80075, 000 30 g 5 7.3 = 1.5+ B .2 153 -8 Faverhill, Hass to Boaton, Mass. |Trace af loe
+200 (2 i 9 | 12.0 2.0 | 1.1 # .8 171 -2 :|.an Providencs, R. I. to Noosup, Hapid ice accumilation
5, 800 57 2 8p 8.3 6.5 N 14 .8 167 - 1858 EST] Over Port Chaster, . Y. fapid lce acoumalstion )
Good/i, By & | k| g | WA pas oo t £ 900 A t o F r o | o585 X9 Now York,'S. Y. mna | [Bepild lh sooumbation - 4 H
i . L ; : Bridgeport, Conn. - o
5,100/%,300 | 15 1 15 | 10.8 1.0 ho.s | 1.0 13 .9 157 -8 |5/7/52 | 2480 E3T|Betwoen Mew York, N. Y. mnd Rapid ise sooumulation
) Bridgeport, Conn.
4,900/5, 800 18 1 16 T 7 T4 7 16 .8 164, |- -20 3/9/62 | 1255 EYP(Bedford, Mass. to Baston, Mass. |Light ising
5,800 132 7 a 4.5 4 5.5 .5 M | 18 162 - |3/e/me | dass T Boston, llua. to Bnrtrord, Cotn. [Light ioing
| __2.300 8 1_1 & | 9.8 28l 9.8 a_l 185 _1_-p Is/a/re l1/12 wew ovan o ———— =
£,500 -] 1 | ee 5.9 B fs9] .6 2 [ .8 [1s-| -2 [3A%e 1700 mav/out of & 'luroutu', )hu. Mo sommenta
6,300/5,000 | 11 1 1 5.0 5 | s.0 .S 1, 188 -1 3/13/5¢ | 1728 EST Over Barlingbon, Tt. . .| ¥o commmts .
5 .. i} . I . nwo. . [ . "’ | .'.I . ) iy ¥ E - . .
o Tl R T St Al T T e e T e i et Tt BN e R AT
2,600 .60 AN SR - 4.5 4 4.8 . 38 8 2 168 -5 3/15/52° 2126 L57|Batwaen Bangor, Mains sod Iight ice o : :
. . i - g Freaque Iale, Maine H " -
3,800/5,800 30 1 30 e.5 8.5 .7 0 1.2 164 |. == 3/e0/62 | 1500 E9T R:;:iqtu isle, Hadne to Bango, Light loe
N ne
8,000 1 ] 5.0 5.0 .5 9 o2 175 -3 |sfei/e2] 1850 EST|Coucurd, M. H. to Burlington, Vh.|¥ery light rims .
§,0%0 .3 is .3 5.7 -] -8 5 ias % 3/21/58 ¢ 1750 BST)Beriingson, V. o 5. 6F Yery Light rime .
- . - Fonipslisr, Vt.
2,000/), 800 1 7 | 3.8 5.8 XY 21 .5 w5y |, -2 %&,’5& 0928 ESY|Boston, Mass. to Conoord, N, M. |Very light rims
4,000/2,200- 2 37 3.7 5.9 .4 27 .8 88 |, 4/80.] OOBE "ES?| Coneerd, H. H. so ;> . H. |'Very light rime
%o a1t tndes mepmrabed by / indicate bazimine and end of loine dnving olish or descant,

Ltos:é oo
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TARLE I. - Conoludad, WEASUREMENTS AND OONNELATED OBAKAVATIONS OF ICTMG CONDITIONS RNCOUMNTSRED DORING ROUTINE ATALINE OFERATIONS FRON NOURMATR 1551 THROOGH JONE 1a%a
(4) Transoontinentml Camada routes

Pregaurs Horl- |Homber|Total | Averege) Average| Maximom cantimicus |Calsu- | Aver- | Cor-~ Date | Time Looatlon of sheounter Flight observations and cosments
altitude,® [ xonbal tr bori- |loing |liquid-| ioing incident 1ated |age reatod (loonl)
e axtont|lcing [xontal] mte wWater within eneountar total true |air
of en~|inol- |ioing,| for a1l ice alr- | tenper+
coun- |dente ml |1leing | for wll|Ayer-|Aw Hori- | scoumu-| speed,| ature,
ver far inei~ |daing |age um sontal] lagion,} mph o¢
el [an- dents, [inoli- [lcing|water | ex- in,
soun- in./oe | dents, |rete,|ocn- tent, R
tar &/ou m | in./ [tent, L3
 |gfeum
4,800 1 1 1 7.9 0.8 7.9 0.9 1 0.1 148 -3 11/20/51 0640 MST|Appromch to Beskatoan, Bask, R aommenta
18,500 ay 1 37 8.8 o 5.6 ok 37 .9 248 ~26 1 1] 2210 PAT|Ovar Cramcent Valley, B, C, Tos on windrhield
8,200/8 ,800 a8l 3 x4 7.0 -] 7.1 B a 1. 20 -4 11/ 1 0040 KNt htﬂhmn:‘h.rtm, ont. and OGore %o commmntn
18, 400 16 a 7| 4 5 | B0 3 o | a4 | a0 | w1 | 13/easi 2015 man|Between BE. Jom's, Newt. and | Trece of rise in altastratus olou
Iontx-u Que.
8,000 a8 3 as 4.8 -4 Tod B 15 .1 ase =15 11, 0100 EST|Over Lake Buperior No ocommants
15,800 28 2 B 1.8 W1 1.8 .1 [} .1 148 -8 18/4, 1515 Es? II.D Ml B of London, Ont, Wo commmnta
~ (») Paoific Coaat routs; Smattle, Washingbon bo Alaska
©,000 147 10 s | 1.9 0,2 | 2.7 ] 0.2 57 | 0.8 201 -5 |1/2e/62 | 0850 P3T|Eat Bay, B, C. tc Comex, B, ©. I.igm to woderate glaze
5,$oo{u,am 153 5 80 2,1 N .2 T 160 -8 | 1/26/52 | 0450 PO¥|Pat Bay, B, C. to Gomex, B, C. | Ho comments
11,100 [ 1 [ 1.9 J 1.9 . 8 s 0s -8 | 1/26/%2 | 0380 POT(Pas Bay, B. C, to Oomox, B, G. ] Ko commenwa
4.5:;4:/10 700| 118 5 &0 1.8 A | oee .2 ar .8 201 | -10 | 1/as/62 [ Q880 P¥T|Pat Bay, B, C. to Comox, B. C. Neo oosmants
8,100/8, %00 53 2 0 1.7 K1 2.8 2 14 2 208 | -w 1/76/52 | DABO PST|Fat Pay, B, C. vo Comex, B. C. Ho comsmnta
5,300 [] 1 6 | 1.5 d | 1.8 J [ Y 205 | <10 | 1/@6/%2 | 0880 PSP|Fat Bay, 8. C. ta Cowox, B. C. | Me comments
' 15 1 ].18 1.5 W1 1.8 Jd 13 o1 219 -8 1/88/52 | 0908 PAT|Fat Bay, B, 0. to fowex, B. C. No oommemta
20,000 85 3 o8 |' 2.8 £ | 5.6 3 11 o 217 -6 | L/pa/832 | 0225 FATIPat Bay, B, 0. to Comox, 1. 0. Ho ooements
8,400 88 2 a1 £.8 2 | 2.8 .2 ot “ 208 -8 | 1/2a/52 | 0250 PAT|Pat Bay, B. C. to Comex, B, C. [ Mo ocsments
8,900 L] 1 4 5.0 4 5.4 ok 4 «1 els -a 1/51/52 | 0750 P¥®|Pab Bay, B. ¢, to Comox, B. O. Ho oommenta
8,100 8 1, A 4.1 .5 4.1 .3 [ .1 184 -8 GR1O PIT|Pat Bay, B, ©, to Jomox, B. 0. Ho oomments
7,100/%,5%00 Bi 2] 17 1.1 W) 1.4 .1 11 .l 10 -1 a/7 1016 paT knhuuhll! C, t6 Arnatte m-m, Trags of lea
2,800/3,300 %’ 1 %0 1.8 2 1.9 2 2 .5 201 -9 8/1/52 | 1808 PET An:;‘::chhhni ta Custavus, I.lgh:ﬂl;r-nuns rein at ntart of
7,800/8,500 17 1 17 2,7 2 2.7 2 17 .2 208 -8 2/1/5% | 1730 PET|fisters Ialand, Almakm to Haines,| Light olear ice
‘ - Alasia
10,700 183 8 [.] 2.8 R 2.9 .2 38 T anr =15 B/1%/5¢ | 0315 PST|Lyell, B. C. intmrsaastion Light rime, loat £5 wph airspesd
11,800 0 1§ w0 2.1 2 | ea .2 0 [ 4 | e0¢ | -27 |2A4m2|14% mn-;:m ustaros, Alaska and frace of rime
Anes L 1
0, 1 . 8 1.0 ' 1,0 .1 8 Bt ane —— e | OV Pm*t‘: Oamble, Haah. Traoe of rims
7,800/5, 600 ™ -1 24 2.6 g 4.9 .£ 24 .3 205 -3 1500 Over Annette Ialand, Alaska ‘Irace of rime
&, 78 -1 bo] 3,3 2 2.1 2 11 -] 204 =11 1600 PAT|Baker Laks, N.W.P. to Iyell, Total sacumulation conslderad
B, 0. trace
8,700 1 53 1.3 1 1.3 X .2 | 200 -5 5/1/68 | 4148 PSTiAnmetts Taland, Alaskm to Very noft ilca
Petaraburg, Alasim
8,500 27 1 27 - 8.7 8- g.7 .2 7 o 208 = 2 | 1243 PIT|Over Junsau, Alaska ¥o aomnsnty
10,000 7 2 28 3.0 .2 3.2 .2 4 1,0 ag =X u/8/62 | o=E0 PSTIING MA M of Povt Hawy, iiﬁi-uii\‘a dropped Iroa 182 t6 150
Vensouver Island
10,704 151 [ 48 3.7 .3 4.7 3 14 .8 R’ -1 4/12/52 | ORL4 FAT|Near Quenn Charlotte Streits I:uad rime and saow
10,800 11 1 11 2.5 £ £.8 2 11 o az7 -3 4/22/52 | 0350 PIT/Wear Quesn Uharlotte Stradita Rims loe, used 800 hp
10,600 4 1 & 4.8 5| d.a 3 & ) 220 | -13 | 4/12/52 | 0400 PAT|Mear Patarsbury, Light rine
6,500/9,200 28 2 13 5,7 -] 4.9 & 10 ) 19% -3 4/15,!2 0888 P2T|4 M1 3 of Comox, B, C. n‘lt'l‘ibt.ﬂ.‘- lignt rime
8,800/10,100 | 206 s | 2 | 35 3 |2 | 2| w-| & |=08 | 4 |<s/e|12015 pac|s Wi 5 of Comax, B. c. camenta
a,aon 1 1 1 2.3 2 | 2.3 .2 7 put 219 -8 | 4/19/m2 Int-mtnms loing
a,200/4,900 &0 1 80 5.4 .3 | 3.4 5 &0 1,0 211 -18 &/28/62 | wmmnmm~|Soattle, Wash. tO Juncen, Alasic | Light ia
9, aoo/li awo| 1 |.a 26 5.1 .2 | 1 .2 14 o 218 | -18 | 4/%8/9€ | --=——~|Beattle, Wash. to Jujean, Alasim | Lighs umg .

Sfwo altioides separated by / indicate beginning and end of loing during olimh or desoent.
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TABLE II. - MEASUREMENTS ONLY OF ICING CONDITIONS ENCOUNTEhED DURING ROUTINE AIRLINE
OPERATIONS FROM NOVEMBER 1951 THROUGH JUNE 1952 -
(a) Transcontinental and Pacific Loest (U.3.) routes
Pressure Hori- [Number|Total |Average|Average| Maximum continuous |Calcu- |Aver-
altitude,® zontal|of hori- {lcing liquid-{ icing incident lated age
rt extent |icing | zontal|rate water | within| encoffiter total true
of en-|inci- [dis- for all|content - ice air-
coun- {dents |tance |icing for alljAver-|Averagd |Hori- ] accumu-|speed,
ter, for in inci- icing - (age liquid-(zontal| lation,| mph
mi en-. icing, {dents, |incl-_-|lcing|water .|ex- in.
coun- mi |in./hr |dents,  |rate,!cdn- =|tent,
ter g/cum | in. ltent, | mi
jeu n
=4
4,100 75 4 30| 3.8 0.4 | 8.8 0.5 16 0.7 | 197
5,000 [} 1 6 7.8 .7 7.8 Y 6 .3 192
5,200 8 1 7 3.7 27 3.7 2 7 .1 231
8,100 58 3 27 2.9 .2 .| 2.5 t.2 14 4 204
13,400/14,200 13 1 13 4.9 4 4.9 4 13 .3 192
F i
15,800 15 1 15. 5.8 .2 ] 3.8 .2 15 .2 230
15,000/14,100 16 1 18 10.5 .7 7 110.5 .7 18 .7 233
13,600 40 1. 40 6.1 4 6.1 4 ] 40 1.3 237
11,400/10,300 21 2 13 1.4 .1 1.9 .1 I 13 .1 254
12,600/11,800 23 1 23 6.1 .4 6.1 4 ] 23 .6 226
9,800 17 1 17 1.4 A 7 1.4 a7 17 .1 249
8,900 50 2 38, 6.6 .5 6.4 .5 31 1.2 230
12,600 8 1 8 3.9 .2 | 3.9 .2 8 .1 251
13,100 56 1 56. 3.1 2 1 3.1 .2 - B8 .7 242
12,900 56 2 49 10.4 .7 {10.3 i 45 2.3 224
10,700/5,400 68 2 60 4.5 .3 5.0 4 50 1.3 213
5,400 4 1 4 1.8 A ] 1.8 .1 4 ) 214
11,300 8 1. 8 5.4 4 5.4 4 8 .2 244
8,100 20 1 20 3.2 .2 3.2 {.2 20 .3 197
8,500 7 1 7 1.5° .1 1.5 1 7 .1 221
6,900 8 1 8 8.5 .6 8.5 .6 8 .3 225
3,600/2,300 26 1 26 7.5 .8 7.5 o8 26 1.4 141
3,300 6 1 6 10.5 1.0 10.5 1.0 6 .4 165
2,700 12 1 12 1.6 .1 1.6 (1 12 .1 184
4,000/2,400 12 - 1 12 9.9 .7 9.9 Y7 12 .7 184
3,700 3 1 3 7.5 .6 7.5 .6 3 .1 197
4,800 8 1 8 6.1 .4 8.1 L4 8 .2 | 209
7 100/4 300 29 2 21 7.6 .5 4.7 Lz 12 .8 250
$,700/7,400 18 1 18 3.9 .2 5.9 tz 18 .3 289
13,300 50 1 50 4.2 .3 4.2 3 50 1.1 230
6,100 . .12 1 12 3.2 .2 -] 3.2 ‘2 12. .2 230
8 500/7 100 17 1 17 7.8 .5 7.8 5 17 .6 204
8,100 8 1 8 2.1 .2 2.1 2 8 .1 228
5,400/8,000 6 1 6 3.8 4 3.8 4 6 .1 174
6,500/5,000 21 2 11 1.0 W1 1.0 1 14 .1 214
13,500 54 3 14 3.5 .2 5.2 2 7 .2 217
12,800 29 "1 29 4.4 .3 4.4 W3 29 7 22]
13,400 77 1. 77 5.9 .5 5.9 «5 77 2.5 193
13,400 63 2 54 6.2 .5 6.3 5 31 1.8 189
13,400 28 2 18 4.2 .3 4.8 <4 14 4 212
12,000 171 3 151 8.3 .8 6.9 5 77 6.3 210
11,000 42 1 42 4.2 3| 4.2 J3 42 .8 227
8,800 151 5 95 5.8 4 8.3 J5 42 2.7 227
8,300/3,200 47 2 41 7.2 .5 |12+ 1.0+ 32 1.7 189
5, 100/6 400 8 1 8 11.0 1.1 11.0 1.1 8 .6 162
4,200/3,500 24 1 24 2.0 W1 2.0 W1 24 .2 235
, 300 100 2 76 7.5 .6 ‘7.8 .B 66 2.8 208
13,000 12 1 12 9.3 .8 8.3 B 12 .5 231
13,300 12 1 12 4.1 .3 4.1 e 12 .2 232
3,800 41 1 41 . 10.5 .8 10.5 .8 41 2.1 203
10,300 8 1 8 9.6 .7 9.8 .7 8 .3 228
5,300 4 1 4 3.0 .2 3.0 .2 4 .1 216
8,300 18 1 18 2.7 .2 2.7 .2 18 .2 213
8,100 ° 66 2 59 . 8.0 .6 8.8 .5 -58 2.4 198 °

8Two altitudes
descent.

separated by / indicate beginniﬁg and. end of

1éing &iring climb or
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TABLE IT. - Continued. MEASUREMENTS ONLY OF ICING CONDITIONS ENCOUNTERED DURING
ROUTINE AIRLINE OPERATIONS FROM NOVEMBER 1951 THROUGH JUNE 1852

(2) Transcontinental and Pacific Coast {U.3.) routes - Continued

Pressure Hori- |Number|Total |Average|Average| Maximum continuous |Calcu- |Aver-

altitude,? zontal|of hori- |lcing liquid-{ 1lcing incident lated age
£t extent| lcing |zontal [rate water within encounter total true

of en-|inci- [dis- for all|{content ice alr-

coun- {dents |tance |icing for all|Aver- |Average |Hori- |accumu-{speed,
ter, for in inel- lecing jage liquid-|zontal| lation,| mph
mi en— lcing, [dents, |ineci- lcing (water ex- in.
coun- mi |in./hr |dents, |rate,|con- tent,
ter g/cu m | in. |tent, mi
g/cu m
9,600 89 3 58 7.4 0.5 9.4 0.8 35 1.8 232
11,500 16 1 16 8.8 .6 9.8 .6 16 .6 248
6,200/4,700 15 1 15 3.3 .2 3.3 .2 15 .3 220
6,300 60 3 41 4.7 .4 5.3 .4 25 1.2 188
12,300 15 1 15 3.4 .2 3.4 .2 15 .3 229
7,100/10,100 55 2 14 7.7 .6 7.7 .8 10 .5 206
7,000 14 1 14 2.2 .2 2.2 .2 14 .2 208
9,200 47 2 37 3.6 .3 2.9 .2 30 .7 200
12,400 20 1 20 3.7 .2 3.7 .2 20 .3 241
9,300 161 4 111 3.7 .3 4.5 .3 72 2.0 215
4,100 65 1 65 4.5 -4 4.5 o 65 l.4 202
5,300/5,900 g 1 9 6.6 .6 6.6 .6 9 .3 177
11,800 64 1 64 4.9 -4 4.9 -4 64 1.4 225
9,700/8,300 |- 28 1 28 6.9 4 6.9 .4 28 .8 240
9,600/3,900 71 2 42 9.1 .6 9.3 .7 35 1.8 2ig
7,700/3,600 67 3 28 1.6 .1 1.2 .1 18 .3 212
6,100 100 2 g2 9.0 7 8.3 .7 S3 4.4 197
8,300 30 1 30 2.8 .2 2.8 .2 36 -4 223
12,400 100 4 57 5.1 4 7.0 .5 21 1.4 212
10,200/9, 700 19 1 19 3.7 - 3.7 .3 19 .4 227
13,500 8 1 8 2.2 2 2.2 .2 8 .2 239
4,400/3,000 56 2 40 2.9 .2 2.5 .2 28 .8 198
6,500/1,600 57 7 24 1.3 .1 1.5 .1 14 .3 163
9,200 102 3 23 2.3 .2 2.9 .2 19 .3 227
6,200/ 2,900 64 4 22 5.9 .3 3.2 .3 10 .5 i92
5,300 21 1 21 1.9 .1 1.9 .1 21 .2 208
7,400/2,300 96’ 3 53 3.3 .3 4.0 3 40 1.1 198
14,800 15 1 15 6.4 .5 6.4 .5 15 4 220
2,200/1,500 5 1 5 4.5 .5 4.5 .5 5 .2 140 |

1,300/2,900 8 1 8 7.4 .7 Tk .7 8 -4 163
5,100/5,800 7 1 7 4.8 4 4.8 .4 7 .2 221
9,200/11,400 69 3 29 4.2 .3 4£.8 ;<3 29 .7 217
4,000 26 1 26 6.7 .5 6.7 .5 28 1.0 197
5,000 9 1 9 6.8 .6 6.8 .6 9 o4 189
5,600/7,600 24 1 24 10.3 .9 10.3 .9 24 1.4 205
11,400 25 2 22 10.1 .8 9.2 .7 14 1.0 215
13,700 270 7 45 4.5 .3 5.6 -4 19 1.0 225
9,700/.7,600 84 2 46 7.0 .5 7.7 .5 38 1.4 228
. 9,700 118 3 31 8.7 .6 7.8 .5 23 1.3 231
6,500 75 2 56 5.2 3 4.8 3 44 1.4 238
13,200 11 1 11 4.3 .3 4.3 3 11 .3 221
10,000/7,100 71 2 49 3.7 .3 3.9 3 35 .8 212
9,500/10,700 66 1 86 5.7 .4 5.7 oh 66 1.8 208
11,500 23 1 23 8.9 .6 8.9 .6 23 1.0 227
13,8600 63 2 48 8.1 .8 7.1 .5 37 1.9 221
5,900 22 1. 22 5.9 4 5.9 .4 22 .6 219
10,800 31 1 31 2.1 .1 2.1 1 31 .3 230
6,500 4 1 4 9.7 .7 9.7 .7 4 . 226
8,800 65 1 65 9.4 .7 9.4 .7 65 2.8 218
67,900 34 2 11 2.2 .2 2.8 2 8 .1 225
5,600/4,100 16 1 18 3.4 .2 3.4 .2 18 .2 243
4,600/5,000 7 1 7 7.0 .6 7.0 .6 7 .2 209
6,400 ‘37 1 37 9.2 .7 9.2 -7 37 1.7 202
4,800/3,700 16 1 16 5.7 - .5 5.7 .5 16 .5 189

8Two gltitudes separated by / indlcate beginning and end of icing during climb or
descent.
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TABLE II. - Continued. MEASUREMENTS ONLY OF ICING CONDI@IONgthCOUNTERED DURING

ROUTINE AIRLINE OPERATIONS FROM NOVEMBER 1951 THROUGH JUNE 1952

(a) Transcontinental and Paoific Coast (U.8.) ro%tes ?iConcluded

essure Horl- iNumber|Total |Average| Average Maximum'contfhuous Calcu- {Aver-
titude,2 |zontal|of hori- |iocing liquid-| ieing incident lated |age

't extent [icing |[zontal|rate water within éncounter total true
of en-|inci- |dis- for all|econtent 4+ - ice alir-

coun- [dents [tance |icing for all|Aver-|Average|Hori- | accumu-{speed,
ter, for in inci=- icing age liquid-|zontal| lation,| mph

mi en- lcing, |dents, |inci~ leing|water ex~ in.
ceun~ mi in./hr |dents, |rate,|con- tent,
ter g/cu m | in. |tent, mi
cu m
4,200/5,000 7 1 7 6.0 0.5 6.0 .5 7 0.2 222
7,600/4,000 40 1 40 3.8 3 3.8 3 40 7 216
11,400/5, 600 169 S 8l 3.7 1 3.0 .2 34 1.6 230
7,700/5, 600 108 3 23 5.4 4 2.8 {.2 13 .8 198
6,200/8,400 17 1 17 6.8 .6 6.8 I.S 17 .7 174
1
10,900/8,300 91 3 30 6.5 4 5.8 tedk 19 1.0 228
8,300/6,500 50 3 28 3.9 -] 4.7 Tk 18 .6 212
»500 39 2 28 2.9 .2 | 2a l2 s 4 | 213
2,300 8 1 8 4.2 -4 4.2 4 8 .2 169
11,200 22 1 22 4.8 b 4.8 L 22 R 217
11,000 46 3 31 3.8 .3 3.8 !.5 18 .8 232
7,200 4 1 4 4.6 .3 4.6 L3 4 .1 234
6,900/4,500 16 2 ] 7.2 .5 7.0 .8 6 oA 188
, 600 4 1 4 2.0 1 | 2.0 1 4 .1 231
5,400/@,800 32 2 25 6.4 .5 6.2 L5 14 .7 212
4,800/8,400 38 2 21 6.5 .5 7.8 LG 14 .6 2086
14,700 37 1 37 2.5 2 2.5 #e 37 .5 247
5,700/2,800 14 1 14 3.9 .3 3.9 <3 14 3 214
3,700 35 1 35 2.7 2 2.7 Lg 35 4 208
3,600 22 1 22 1.5 .1 1.5 Li 22 .2 220
7,600 89 1 89 3.7 .3 3.7 ‘3 89 1.5 223
12,200 25 1 25 . 2.5 .2 2.5 L2 25 .2 247
10,200/11,500 13 1 13 7.5 .6 7.5 LS 13 .5 190
6,400/6,600 107 2 77 7.5 .8 7.9 ;6 66 2.6 221
12,300/11,200 6l 1 61 4.3 -] 4.3 3 61 1.2 227
10,200/9,100 28 1 28 5.6 4 5.6 L4 28 .8 209
7,300/6,800 9 1 9 3.6 .3 3.6 »3 9 .2 173
13,100 224 7 35 3,8 .2 6.6 2 8 .7 2351
8,30Q/&;7OO 33 1 33 11.7 .8 11.7 3 33 1.8 219
a,700/8,500 | 11 1 11 9.5 s |55 té 11 5 | 229
6,3Q0/8, 400- 99 1 99 5.2 4 5,2 14 99 2.8 212
. 77,0000 12 1 12 1.5 .1 1.8 oL 12 .1 238
7,100 . 23 1 23 1.1 1 1.1 {1 23 1 233
10,800/11,200 23 -] 11 8.1 .8 6.1 & 8 4 228
711,200 34 .2 15 8.5 .6 8.0 g 7 .6 224
- 11,200 53 2 12 7.1 .5 8.3 j4 . 8 .4 230
7,Q00/3,700 64 1 64 6.3 4 6.3 4 64 2.0 226
6,100/&,200 22 2 11 2.3 -9 3.2 .3 8 .2 167
T3, 4 38 2 30 2.7 .2 3.3 J2 19 .4 227
11,900 8 1 8 1.8 .1 1.9 Wl 8 .1 231
11,900 40 3 22 5.6 4 4.8 I3 11 .6 |'22]
.t 10,400 : 39 1 39 12.0 .9 12.0 lg 39 2.2 215
11,100/10,200| 25 1 25. 3.4 .3 3.4 3 25 4 184
10,900/9,600 20 2 11 4.4 -4 “5.1 5 8 .3 170
13,400 24 1 24 2.3 .2 ‘2.3 .F 24 .2 237
11,200 108 2 19 4.6 .3 6.2 X 15 .5 227
12,200 82 2 €6 4.8 3 4.5 .h 54 1.6 233
1,600/1,500 9 1 9 1.6 .2 1.6 .E 9 .1 138
4,000/8,500 136 3 119 6.5 .5 6.8 o 51 3.8 204
8,500 41 2 37 1.5 .1 1.5 s Tt 26 .3 22g
1

l,BOO/S,QOO 168 2 158 7.7 .6 7.5 -B 102 6.3 198
8,200/5,200 11 1 11 5.7 W4 5.7 -4 11 . 215
11,000 91 3 53 4.4 .3 3.0 .E 41 1.1 226
7,100/8,100 37 1 37 8.5 .7 8.5 . 37 1.6 203

]

2Two altitudes separated by / indicate beginning and end of iecling during climb or

descent.

T
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TABLE II. - Continued. MEASUREMENTS ONLY OF ICING CONDITIONS ENCOUNTERED DURING
ROUTINE AIRLINE OPERATIONS FROM NOVEMBER 1951 THROUGH JUNE 1952
(b) East Coast (U.3.) routes

Pressure Hori- |Number|Total |Average|Average| Maximum continuous |Calcu- |Aver-
altitude,® |zontal|of hori- [icing |liquid-| leing incident lated J|age

£t extent| leing [zontallrate water within encounter total true
of en~|incl- |dis- for all|content ice air-

coun- |{dents (tance |icing for all|Aver-|Average|Hori- |accumu-{speed,
ter, for in inei- leing |age liquid-|zontal|lation, | mph

mi en- icing,|dents, | incil- lcing|water ex- in.
coun- mi |in./hr |[dents, [rate,|con- tent,
ter g/cu m | in. [tent, mi
cu m
14,400 23 1 23 4.5 0.3 4.5 0.3 23 C.4 280
14,700 204 S 155 3.8 .2 4.0 .2 119 2.0 298
4,100 5 1 S 9.7 .7 9.7 .7 5 .2 262
4,200 4 1 4 12.0 .7 12.0 .7 4 .2 193
3,800 21 1 21 2.1 .1 2.1 .1 21 .2 265
17,600 150 3 60 1.5 .1 1.5 .1 40 .3 301
2,600/1,200 5 1 5 1.7 .2 1.7 .2 ] .1 156
1,700 2 1 2 5.7 4 3.7 4 2 .1 150
3,400/2,800 22 1 22 7.6 .5 7.8 .5 22 .9 185
6,500/3,800 39 3 32 2.7 .1 1.5 .1 S 4 213
13,300/10,300]| 180 4 35 4.4 .2 2.9 .2 20 .5 300
4,400/4,000 9 1 9 2.5 .2 2.5 .2 9 .2 130
13,800 169 3 25 4.6 -4 7.2 -4 10 4 299
13,800 260 5 107 3.4 .3 4.4 .3 56 1.3 279
4,200 4 1 4 9.0 .6 9.0 .6 4 .2 219
4,000 4 1 4 6.0 .5 6.0 .5 4 J 225
17,300/14,400 20 1 20 6.8 3 6.8 .3 20 .5 305
7,600/5,200 43 1 43 5.5 -] 5.5 3 43 .9 256
13,800 38 2 24 4 .1 1.1 .1 19 .1 283
13,800 80 4 27 .9 .1 .9 .1 13 .1 268
15,400 23 2 . 139 .5 ] .1 1.0 .1 9 .1 280
14,500 112 5 58 1.2 .1 2.5 .2 17 .3 250
21,900 131 3 74 2.1 .1 2.0 .1 63 .5 315
14,000 51 2 34 3.8 .2 4.2 .3 30 .5 255
15,700 5 1 5 6.2 3 6.2 .3 5 .1 284
11,800/15,700 40 3 24 2.3 .2 5.5 -4 12 .2 241
19,700 48 2 26 1.4 i 1.4 "Ll 21 .1 308
10,800 244 6 129 3.1 .2 1.9 1 60 1.5 276
11,400/14,500| 175 7 83 4.3 .2 2.8 .2 28 1.3 276
14,500 14 1 14 9.3 .5 9.3 5 14 .5 282
5,000/4,700 31 1 31 5.5 .3 5.5 .3 31 .7 265
(c) Northeastern (U.S.) routes

5,900 7 1 7 12+ 0.9+ |12+ 0.9+ 7 0.4 217
5,300 5 1 5 2.1 .1 2.1 .1 5 .1 240
5,300 71 1 71 3.7 -3 3.7 .3 71 1.3 203
4,400/2,500 97 3 48 3.3 .2 5.2 .4 21 .8 207
3,400 22 2 11 2.1 .2 1.6 .2 8 .1 167
2,500/2,000 16 1 16 6.5 .6 6.5 .6 16 .7 158
2,600/4,700 13 1 19 5.1 .5 5.1 .5 19 .6 164
4,800/1,700 103 4 79 3.3 .3 2.8 .3 35 1.8 163
1,200 6 1 6 3.0 .3 3.0 .3 6 .2 122
1,700/2,400 s 1 s 4.1 .5 4.1 .5 51 .1 159

2Two altitudes separated by / indicate beginning and end of icing during c¢limb or
descent.
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TABLE II. - Concluded.

! = NACA RM E55F28a

ROUTINE AIRLINE OPERATIONS FROM NOVEMBER 1951 THROUGH JUNE 1952

(d) Transcontinental Canada routes |

MEASUREMENTS ONLY OF ICING CONDITIONS ENGGUNTERED DURING

Pressure Hori- |Number |Total |Average| Average| Maximum con inuoﬁs' Calcu- |Aver-
altitude,® |zontallof hori- |icing liquid-| leing ineident - |lated |age
£t extent |{loing |zontal|rate water within encoynter_ )total true
of en-|inci- |dis- for alljcontent - " = .{ice air-
coun- [dents [tance |icing for all]Aver- Avarag? Hori- jaccumu-~|speed,
ter, for in inci- icing age liquid-+|=zonfal|lation,| mph
mi |en-- icing,|dents, [inci- |icihg|water '|ex- : in.
coun- mi  [in./hr |dents, |rate,|con- ||tent,
ter g/cum | in. |tent, || mi
" | g/cu m| -
4,800 4 1 4 | 124 1.1+ f124 1.1+ £} o.2 | 181
2,900 3 1 3 | 12,0 11 (125 11}l 3 2 {11
13,100 4 1 4 l.4 .1 l.4 100 4 .1 206
13,800 5 1 5 2.5 .1 2.4 1 5 .1 271
13,300/14,000| 11 1 11 4.8 .4 4.8 4] 12 .2 227
: | -
15,600/9,100 52 . 3 17 2.2 W10, 2.8 2 a. .2 239
12,700 4 1 .4 5.5 .5 '] 5.8 .5 4 I W1 183
13,000/Z,90D 24" 2 22 1.8 R R .1 14 .2 203
16,500 17 1 17 3.7 .2 3.7 .2 17. .2 249
8,300 55 2. 35 7.0 .5 6.0 .5 } Coeg 1.2 208
7,400/5,200 47 3 31 4.8 4 3.% .3 ;] 14 .8 187
5,400/10,200 | 30 . 3. 19 4.5 o4 5.0 4 11 4 225
7,400/4,900 18 1 19 3.9 .2 3.9 .2 19" - 224
(e) Pacific Coast route: Seattle, Washltgton to klasﬁi_ -
10,700/11,800 | 183 4 63 2.8 0.2 2.2 0.2° 28" 0.8 211
13,300 39 3 32 2.5 .2 3.2 2 14 .4 211
13,000 107 4 55 . 1.8 .1 1.7 .1 26~ 4 221
11,000 21 1 21 2.3 .2 2.3 .2 21, .2 207
8,100 29 2. 18 1.3 .1 1.} 104 18 .1 218
8,700 55 *3 17 2.9 .2 4.8 .4 7 .3 205
9,300 23 1 23 2.2 .2 2.8 .2 3 23 .3 193
9,700 25 1 25 1.3 .1 1.3 .1 25 .2 215
12,400 35 3 10 1.0 .1 1.0 .1 = .1 193
9,600 147 S 93 1.8 PR 1.9 .1 79 .8 215
3,800 57 1 57 4.2 .3 4.2 .3 57 - 1.2 201
10,700/9,800° 18 1 18 1.7 .1 1.7 W1 18 .1 212
10,500 . 4 1 4 7.5 .5 7.5 .5 4 .1 229 -
12,600 12 - 1 12 1.0 1 l.g_ .1 12 - .1 233
9,000 13 1 13 3.6 .3 3. .3 13, .3 200
10,200 213 10 107 - 1.3 .1 1.3 .1 23 .7 200
13,000 64 2 19 4.2 .3 3.7 .3 157 .4 224
9,800 10 1 10 1.8 .1 1.8 .1 Q- .1 207
9,800 & 1 4 1.7 .1 1.7 .1 4 .1 215
9,000/5,300 7 1 7 1.8 .1 1.8 .1 1. .1 212
5,900/9,200 3 1 3 1.4 .1 1.4 .1 3. .1 197
9,500 157 7 50 . 1.4 .1 1.2 d 13- 4 201
5,800 11 1 11 1.0 Lo 1.0 .1 11 .1 219
10,500 51 3 20 2.6 -3 3.1 .2 7 .3 204
10,500 T4 2 17 3.7 .3 3.4 .3 10 .3 202
9,600 7 1 7 2.1 2. 2.¥ .2 7 .1 197
9,600 48 2 44 2.3 .2 2.5 .2 31 .5 204
9,600 21 1 21 2.0 .2 2.0 .2 21 _ .2 212

8Two altitudes
descent.

separated by / indicate beginning and erd of
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Ice-sensing element (0.10-inch dlem)
| T

LoE i
Support tubes =

Ice-free fotai:

Total-pressure holes
& ~Prossure 1o pressure fube

(0.016~inch diam) in
leading edge of probe

Ice-collecting

flow

Trensformer to ..
supply heating
current to probe

Differential
pressure switch
I CD- 2339
Il = -
i e -
Power source (e-c) [ = -

Figure 2. - Schematic diagram of NACA pressure-typg iqing—raﬁe meter.
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NATIONAL ADVISORY COMMITTEE | Recorder Counter No. Data Sheet No. [98 | -
FOR AERONAUTICS at Installation: Film Drum No.
Lewis Flight Propulsion Liaboratory Airline
at Removal: Icing Meter No.
21000 Brookpark Rd. Airplane No.

Cleveland 11, Ohio
ICING DATA SHEET FOR STATISTICAL STUDY OF AIRCRAFT ICING

Please Note, These data supplement measurements of rate of icing being recorded on film by NACA icing
rate meter installed on this aircraft. Meter automatically starts upon encountering icing (recording light)
and stops approximately 15 minutes after end of an icing encounter (flashing light). Numerical recorder
counter identifies icing encounters on recorder film and therefore myst be entered on this sheet to cor-
relate these data with the film records.

Fill in following information when icing is encountered:

(Space on back for any detailed comments such as operation of meter,

type of ice, cloud formations, effects on aircraft, etc.)

REC- DATE FLIGHT| TIME AT [EST'D ALT. OUTSIDE EST'D DE-
ORDER NO. START [TIME MSL AtR ICcING [ tCING
cOUNT- oF IN J{FEET) TEMP. INTENS EQUIP. GEOGRAPHIC LOCATION OF ICING
Er NO. ICING [ICING SiTY | USED?
{rocar) l(min) ¥ or %C

c. 818 (6/9/52

Figure 3. - Semple of data sheets supplied with each icing-rete meter £ilm drum to obtain
supplemental icing informatlion from flight crews.
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Film speed, 1.0 in./min
Teing perloed, 0.36 min
Altitude reference Ieing rate, 3.5 in./hr
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Flgure 9. - Cumulative frequency of horizontal extent of continuous icing incidents
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Vertical extent of icing clouds, ft

Figure 11. - Cumulative frequency of vertical extent of ieing clouds
obtained during routine climbing and descending.
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Ambient air temperature, °C

NACA RM ESS5F28a
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Figure 14. - Incompléte'freezing (run-off_}imit)'as a function of icing
"rate and alr tempersture on sensing probe of iqingJEate meter. Observed
data, 150 to 250 mph. _ ! ';.
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Time in lcing with liguid-water content greater than specified values,
percent of totml observations
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Figure 16. - Cumuletive frequency of liq_uid.-water conten't at various temperature

vals eomputed. from icing-rate data.
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Figure 17. - Cumulative frequency of all liguld-water content data.
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